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RESERVES OF TIME OF POLISH MEROIANT MARINE ViSSELS IN HOME FOKTS

Techniks § Cospodaria lbrlh ' | - Jersy Bocussynaki,

cal a ] Central Committse of the
Journal) Vol 3, March 1955, . Polish Merchant Msrine --
Odynia, m 67-70 N Udynia -

The methodology of the analysis of the 10;.“ of time of
P& [Poisks Marynarks Handiowa -- Folish Merchant Marine) vessals
in Polish porta. "'l'he volume »nd mein causes of the losses of
time of Pclish ships in the year 1954, with a division into the
individual ports and type of navigation. The aneljsis of the
«fficiency of tnnu't:i;mmtv in relation to the particular cargoes
in Polish pon;. )

The most importsnt reserve of Polund's marine fleet is
time. While the osea courses contain relatively small reserves of
ﬁ.no, very inpor;nt rcelerns exist in the time spent by bonte
in port. The servicing of a boat in port &s made up of several
functions. The speed of exscution of these depends not only om
the qunnﬁ.eatia! supdard of t;u workers involved and the

techn . cael oqzﬂ.punt but also on the good organization of the work.

©

a o

Ports visited by Polilh nanll -ly be divided into 2 main
upa; ho- ports and oversoas portl. Undoubtedly fhe servicing
t 'ish vessals in many foreign ports could be improved. This
is « . to sessonal or permsnent oterc':wding of some ports, to
bad '« rk organization, or to insufficient technical eguipment of
s0me ~orts. Ono of the reasans may be also the inefficienoy of
some portsagents of the PMH who should efficiently coordinate the
orgsnization of the various functions necessary for the servicing

of Vessels in port.

-l-

Sanitized Copy Approved for Release 2011/06/04 : CIA-RDP81-00280R001300120006-3

STAT




Sanitized bopy Approved for Releaseﬁ201 1/06/04 : CIA-RDP81-00280R001300190006-3

Tnis s the resson vhy the M should and is scting %o
r'uon'vdunmlun arising from these causes. The -lin op-
portunities that the FMH has of removing inefficiency !.n. this
field is the not always possible av.idance of overcrowded or N
inefficient ports and a good salection of efficient agets and
@ control of their work. lowever the possibilities for im-
provemant in this direction cln be but small when the functions
of our fleet are considered. The flest carmmot on the whole chose

its ports but must serve its functions of serving overseas trade.

Consequently in this srticls we shall omit the analysia
of the reserves of time of Polish vessels in for«ign ports which
would at any rate be purely theoretical. Wwe shsll however
analyze in detail the reserves of time spent by our vessels in
homs ports. This suction of work of the Polish fleet contains
important reserves, can be analyzud in detail, and thus contri-
bute to a bettar knowledge of the situation and to the correct

conglusions,

In ocontrest to foreign ports, hame ports form part of the
area completely guided and ocontrolled by the Pclish econasy.
Thus conclusions which seek to make available reserves of time

sre basically possible to reslise.

Mothod of Amalysis

Certain stotistical dats of the PMH for 1954 were used as
analytical meterisl. In view of certain potential differences of
the differunt home ports and as a result of the basically dif-
ferent charaoter of exploitaion of the FLO {Polskie Linie

Okretowe ~= Polish Shipping Lines] sna the PZX [Polsks Zegluga

-2-
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Morsks - Polish Ses Fleet], the analytical dsta is given sepsrately
for each of Foland's 3 ports. Furthermore our anslytiocal material
is subdivided into types of navigetion, namely into ccesn iinu,
Europesn lines, snd tramping. We did not group this dnul in
quarteny because quarters are too short periods of time to xnake
observations of the development of the topic under discussion,

Also a great danger exists of presenting a false picture as a

ﬁsult of sccidental group.ings. of certain types of vessels or
cargo in a certain quartsr. Solely the efficiency of the trens-
shipment is glven in quarters, because in this case thiz is more

useful and correct.

Table I shows a8 detailed analysis of the time of stay of
Polsnd's vesssls in hame ports and is calculated in vessel hours.
A serious difficul ty Jlways presents itself in the cholce of s
suitable comparative bass for the detarmination of the percentage
relationship of a particular phase of the stay of the veuaai in
port in relstion to a basic unit. .

The acceptance as the caxparative bise of only the entire
time of stay of the vessel in port may eacily lead to falu.u;
sumptions and conclusions. (Compsre also Miedwiediew J., "0
mietodikie snaliss prostojew flots,® Wodnyj Transport (Weter Trens-
port), Mo 112/795% (editor)). Indeed, with the varisble period of
stay of particular groups of vessels, the percentage rstio, in
spite of a nmmerical increass, does not necesssrily picture in ab-
solute numbers the increased length of s phase of stay of a vessel

in port.

On the other hand the suggestion somstimses put forward, of
comperison of the particular phases of stay in pertiwith the
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oorrect. Vessels with & short cycle of ses trips and consequently
vith s grester frequency of call at hu.. ports would show a much

higher proportion of loss of time in port in relstion to total use

than vessals with long trip cycles, for sxample, oceun going vessels.

Such being the cese, we chose 3 method which we consider the
most suitable, ;amsly the oalculation of the average period of siay
in port of a vessel as well s8s the mesan period of curstion of a
particular phase of stay in port. Independent of this, we give
(Table I) the percentage retio of each phase to the total time of
stay in port., The percentage figurus and the individusl absclute
figures in ship-hours do not correspond exactly, because the per-
centage figures were calculeted exactly by the use of totwsl
quarterly period ship-hour figures, while the mean figures of time
per stay in por® were necessarily rounded off to the¢ Lesrest
half-hour. Thus, while the percentage figures are absclutely cor-
rect, the averages are only approximately correct. In this way,
Table I, while giving a good and clear presentation in absolute
average figures, also gives precise percentage proportions. It
thus showe in @ clear munner the degree of concentration of certsin

elements, independent of their economic effects.

On the other hand, Table II gives a concrete picture 6f the
effective losses in the potentiuls of the fleet, according to
origin of loss, but amitting losses of time caused by holiuays or
atmospheric conditions, since the latter 2 categories are classi-

fied aa unavoidable,.

The data of Tahle II is expressed in terms of t-days of the
aversge gross carryling capacity of individual vessels (weighted
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averages). Thepwwowntage figures given with the losses of the . - ,
potentisl of the fleet dus to ocal express the relstion of thess
loases to the whole and the losses in time due to the cargo itself.

By way of &n explanation, it should bs added that the
headings of individusl oolumns referring to the losses of time
and potential in tables I and II (PMH, ports, etc) refer to the
sources of origins of these losses. Auxiliary servicing time
mesns the time besides the loading and unloading necessary for the

aerﬂclng of a vessel in port (mooring, customs. etc).

Table ITI contains practicial net loading and unloading rates
for the individusl bssic types of cargoes divided into ports and
quarterly periods. These rates have been expressed in mutric ¢

per 24 hours.

Anaiysis of Time of Stay in Port

In Table I we see immeciately the characteristic arrangement %

of the shipping tonnage according to the type of business of the

Qeanls,. All the ocean lines as well 83 most of the arrivals of

the vessels of the European lines are concentrated in Gdynia and

Dansig. On the other hand, somewhat fewer of the vessels of the

Eurcpean lines as well as the main portion of the trumps are grouped

in Stettin. This pattern has an important influence on the degree

of concentration of a certain type of loass of time in the different

pox‘ﬂ.

The time taken for auxilliary servicing of vessels, especially
of vessels of the Europesan lines, is considersbly longer in Stettin
than in Gdynia or Dansig, mainly due to the greater length of time
necessary for entry and exit of the vesaels anchoring st Stettin,

-5 -
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Because of the geogrsphical pocition of this port the total time
required 10 taks a ship in and out of Stettin is about 10 hours,

whereas in Odynia and Densig the average time is about 2 hours.

The average time of stay in port of vessals of the Lwropean
lines is higher in Gdynis and Danzig than in Stettin and is equiva-
lent to 108 hours in Odynia, 120 in Danzig, and 60 in Stettin. The
main rﬁum for this is the fact that in Odynias and Danzig greater
quantities of cargo are losded and unloaded per vessel than in
Stettin., The biggest and most time consuming vessels of the
European lines, namnely the so-called Levantine vessuls are serviced
mostly by the port of Deiziyg ana that is why the average loading
and unloading time is the longest for this port.

The longer period of stay in port of tramps in Gdynis and
Dansig than in Stettin can be accounted for by the bigger tonnage
trswps being directed towsrds Gdynls and also partly Dengig.

Losces of Time Due to the Fault of the PMH and of the Ports

The magnitude of the totsl loss of time varies greatly in
the different ports. UJdymis is the worst from this point of viww.
The average loss of time per one stay in port for vessels of the
ocean lines is 78 hours vhereas in Denzig it 1s only Lu hours,
This is largely the fault of the port and of the PMEH. The losses
of time of Suropssn line vessels are almost identical for Gdynia
and Denzig. On the other hand in Stettin these losses of time

for iuropean line vessels are incomparebly lower.

Subdividing in tum the loasses of time due to the fault of
the P, thst is, into those due to the sdministre tion of the PAH
and to the crews of the vessels, wve see 2 cutstanding figures,

namely ocean iines in Gdynia and tremps in Stettin.

-b -
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‘The exceptionslly high loss of time dus to ‘he PMH of the
oce&n going vessels is due largely to the very long repsir stay in
port of the "Boleslaw Prus™ in the Fourth quarterly period in 195u.

Independent however of this cause, serious losses of time oc-
cur with veasels of ocean going lines through the fault of the PXd

(technical causes), vhen these undergo s~rious repairs between long

ocean trips.

Frem this point of view, Europesn line vessels of the FLO
in Gdynis and Danzig do not show much loss of time. Un the other
hand serious losses through the fault of the PMH due to technical
causes occur in Stettin both in ocean liners and in trexps. 1t
appears thst the necessily fur frequent repairs on old and techni-
cally incompetent tramps is largely responsible for this state of

affairs in Stettin.

In spite of these explanations, it appears that there is
room for improvemsnt of the efficiecy of organisation of the
technical services of the A.O and the PZM as well as their co-
operetion with the crewe of the vessels concerned, This is es-
pecially true when oonsidering the need for an izmedlate begine
ning of repair work on arrival of a vessel in port. Also it is
likely that there is room for improvement in the orgaidisation of

fitting repair workshops.

Besides technical reasons, important delays are due to
erganisational causes. Two basic causes cantribute to thie, o
too late mustering of the crew as well as lack of organisation

in time of authority sshore.

-7 -
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The first >f . =+ reasons frequently happens in Stettia
vhere delays of a few hours often ocour while the crew is being

mustsred,

.©n-the other hand the PO has on occasions held & vessal
méd;ive while awaiting or&rn from the port authorities. Some
déléya due to this cause were very long s long as scores of hours.
Thea_s ;uouid almost always occur when vessels wers transferred from
time-charters (ﬁ.stuaihg) or fram one enterprise to another. 7This is
,ﬂxé 1argeét single contributing cause of the time losses in port
of the fleét. The FH 2. values oi‘ these losses are striking in
oceart lihje vessels in Jdynia and Dun:ig, uspecially in Gdynis,
with European line vessels in Dansig, snd with tramps in Stettin.

0 ©
o

“ Almoat all th;se b;g losses of time thiough the fault of the
poris were due to organisational reasons. f.h Gdyndie &nd Dansig
thewre exiz;fad above all a lack of longshoremen., A second cause in
connection with ocean li;nes in Odynis and Dansig 1s he inuuffi-
clent number of older pilots entitled to guiue large vessels in
and out of port.o 6onaequeri_t.ly these vessels frequently await a

p:l.lotn

<

In Stettin, phsides ssasonal shortages of labor, tremps
frequently waste time ewalting anchordge space. Ocean liners with

purmanent baases are much better off from this point of view.

One of thu main causes of wante of time due to technical de-
ficiew¢es of the port= in Gdynmia and Dansiy is the shortage of
towing ooata, hich causes boats to walt for twing., This does

not ocoqur in Stetdln,
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Losses of Time Due to Cargo or Railroads

c;rso is rupanublc_'ror serious losses in time, especially
in Stettin. This is mainly caused by delays in delivery of
coals, Which iz shown in Table II, in the calculation of potential
loasses. This is seen at & glance from figures referring to tramps

in al1 3 ports.

o

©
=1

Losses of time due tc wood and small cargo in Buropean

lines, ecpecially in Gdynia, are of J}saa‘. importance.

o]
o o]

The main cause of losses intimo due to the i’KP, ia due
to the failure ﬁo: del:lv;r on tiZue wggai loads of cosl, which
toget.hax? with the m:ziaquatex{an of étomge space ceuses the delay
_in boat londmg. Howm;exjon the whole loases due to the PKP are’

s ‘not of great importance.’

Q ’ B 2"
o - ~

Losses due to‘other causes are likewise of minor importance.
In th:la cat.egory may be included 'niting for the discharge of port
romli.tiea sud night intarmptims in the uork of thn "Pagech, ‘
which interr it the loading of timber. S '

Q

b

< ¢ o
o

The Influunc~ of the Lozses of Time on the Fleet Potential

=] o
=)

As we id previcualy, the dnﬁ; given in Table I anly show
the extent ¢.  importance o; certsin phases of the atay in port of
8 veu’l » invependent of 1its exploitation and econmadc effects,

Q - ®

On the other _hand, 'tablo II expronu in acourate !iguru
t,-daya (weighted averagu) of 1ouea in fleet potential due to
losses of time shown in Table 1. The cata in Table II is especially
ix;terosttng’bmuno it shows the sensitive points from the point

of view of ecmoniu importsnce caused by the wvarious cstegories of

loss of time. Fron this table it i- evident that losses of time
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vhich aminste Table I are not neocessarily the ones which cause
the grestest loss in fleet potential and vice-versa. It must be
renarbered nevertheless tnat it is the economic losmes thst are

of greatest interest to us.

For exarple, it can be seen that the very serious lososes
due to the coal cargo in relation to the entire traap fleet are
only half as important as lossss dus to the poor organizatiaon

of our ports.

The flset potential lost through the fault of the P is of
great importsnce since it makes up 26.5% of the totsl fleet
potuntial loes for the 3 ports. The loss due to the PMH is
gluringly evident here, since it amounts to 88.5% of the total
fleet potertial losses, It should be emphasized again however
that the prolonged repaire of the vessel "Boleslaw Prus®™ in the
Fourth quarterly period of the year 1954 had a decisivo influenge
on this factor. This vessel alone¢ caused a loss of 169,333 teduys
in the total of 554,075 tedays losses in the fleaet potential in
all 3 ports and the 3 types of navigation in 195u. After a core
rection for this single factor the percentage loss in 1 eat /
potential due to the PH would be reduced fram 26.9% to 19.5%.
0f course the importance of losses from other causes would risse,
namely due to the fault of the ports to 40.6%, due to the caryo
to 27.7%, dus to the PKP to 8.6%, and other causes to 3.6%.

Losses dus to the funotioning of the porta ocoupy an im=
portant position., Here as in losses in potentidl due to the PH,
the most important losses oécnr in ocean lines in (kdynis and in
the tramps in Stettin. Loases pertaining to Europesn line vessals
in Odynia and Densig also are of considernhle importance.

-l0 =
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The shortage of lebar played s decisive role here. Tha
inefficliency of ports however plays a psrticularly hlt rale
with ocean going liners, since these sre Poland's greatest
vessela and thus cause a proportionately large fleet potential loss.

The third (in magnitude) loss, and after the correcticn of
the "3oleslaw Prus? the second magnitude losa, is the category of
losses due to the cargo itself. It is characteristic thut we do
not see these losses at 8ll in Danzig while thay do ocour in
Gdynis. In Gdynia they are unexpectedly high, being 53.8% of the

totsl fleet potential.

The most important losscs due to the nature of the cargo ure
those of trampe, this being of course of grestest importance in
Stettin. This is ceaused by coal cargoes. Slight delays in losding
overloads the regular lines. From this presentation, the importe
ance of the efforts of the PMH %o deliver on time coal to the ports

is evident.

It is evident that our fleet loses an important portion of
its productive potentisl due to insufficient knowiedge, and abovse
all insufficiunt use of the reserves of time in the stay af our

vassels in home ports.

_ To picture these losses in an easily understandable fom,
from & strictly exploitation pojnt of view, that is, neglecting

‘the question of costs, the following oan be seen.

The losses in fleet potentisl due to the fault of the PH
(\d.i.huut. the accident of the ®Boleslaw Prus"), which occourred in
1954, amount to the removal from use for a period of one yesr, (35

" days for yearly repairs) of a vessel 1,105 t or a wessal only
slightly smaller than the "Warmia.”
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L#si-:: L Fiest pileniies e WK Le plzts Sle sqAlVELINT
to tying dosn (or putting out of action) for s period of a year
of a vessel with the tonna:e of 2,302 t or only slightly smaller
than the "Wroclaw,."

Losses in fleat potential due to the cargo sre Quivaient to
the removal from explolitation for a period of one year of a voasel
with the tonnage of 1,575 t, and to the coal slone of 1,180 t

or of greater alxe then ths "Oksywie.®

The entire loas of fleet potential due to avoldable causes
is eguivalent to the removal from exploitation of a vessal of 6,2u8
t or of a sige approaching that of the vessels "Ganeral Walter"
and "Mickiewics.®

The above figures spesk for t.emselves, und up till nov we
have not done nearly enough to increase the efficiency of
servicing of Polish vessels in home ports. The most important
causes which may be remedied are those due to port service and
secondly those due to coal cargo. The maynitude of losses dus to
the PMH is also disquieting. Speclal attention should be cancen-
traeted an increasing the efficiency of repairs betweean courses and

slsc staff services and exploitation of the FPMH services in general.

As an sdditional illustretion of the working of Foland's ports
we &l150 present in Table III actus) net rates of losding and une
loading (after deduction of all interruptions in loeding s«nd un-
loading) for severul types of cargoes subdivided into ports snd
quarterly pericds. From this short exposition we ses that
Stettin is quicker than Odynias and Danzig in loaciiig end unloading
of such cargo &# coal, coke, ore, superphosphates, cament, and
grain. On the other hand, it is slower in handling timber, miscel-
laneous cargo, and riscellansous CArygo combinud with. mess handled

‘omo
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Dansig handles timber with the grutut.up&d. lHowever

this 1s atill too slow & rate.

Gdynia has the bast results with the handiing of miscel-
laneous goods and aiscellsneocus goods in combination with mass
handled goods. In csloulating the loading and unloading rstes
for miscellaneous goods, time necessary for attachlng of heavy
articles and the occasionally needed trensfers from one crane 0

another vere calculated.

-13 -
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TABLY I, ANALYSIS OF THE TIME OF STAY IN PCRT OF VESSELS OF THE PiH

IN POLISH PORTS Losses of Time
Time Taken

o of Ships Average Time Time Takan to  for Auxile Due to the Fault of the P
Type of Navigation in Port in Port Hours loediand Unload liary Service Total  Cener:

ally -
" hours % hours ¥ hours £ hours § orpsnization £ teehmical £

Gdyrda ,

Ocean 1ines 38 382 279 729 25 6i6 7B 20,5 22 5.8 2 0.6 20 5-{2;
Buropean 1ines 17 108 69 &d W 131 % 28 3 2. 2 16 1 O
Traspe 15 123 72 82 8 69 3 My 1 12 1 L2 - -
Total 190 14, MM 6.8 16 97 1 24 7 3.8 2 1 ‘ 5 2.8
Ocean lines 20 259 190 731 25 98 Wi 17,0 9 34 3 1.3 6 2.1
Furopean lines 6 120 82 68.3 12 101 26 26 3 27 L X - -
Tranpe 23 s 63 ST 19 165 3 87T 3 2.2 3 22 - -
Total 10, p 98 6746 16 1d A 203 L 29 3' 22 .1 . O

| ' Stettin g B
Europcan lines 121 69 33 LBe 21 30,0 15 20.5 L4 8.2 1 1.3 | 3 “ 349
Travps 139 m K8 130 19 10 Wi U0 B 7.8 2 21 6 s
Total 260 92 L Wy 2% 26 N 3BS 6 67 2 L8 4 L

7
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TAEEE TI. U0SSES OF POTEXGIAL IN THE PMH RESULTING FROM STAYS IN POLISH PORYS

Losses Due‘to P . 'PORTS
Tyve of L . Co
Ran Lgation idays % Bedsyn
Ocean lines 283,905 271,647
88.5¢ 5.0 7727228
Bawropean 1. - 32,59  Baa
10,28  16.1 2218
Tramps 4,062 - 20,50
1.3% Se3 Sei%
- 1008  35.4 1008
o
; ,
Ocean lines s? : 10,904
ﬁz 28 2L.8¢
European lines 15,00L 78,830
‘ 17.4E  13.6 39,08
Tranps 13,593 18,544
1582 1.6 9.8
Total 86,246 202,278
1005 19.9  100%
Ewropean lines 17,556 12,022
1.9 405  6.7%
Tragps 129,710 168,58,
fe.1g 19.2  $3.3%
Total 17,266 180,506
100 20.i 1001£
55,005 26,9 759,526

S H
SR T 2

CARGO PP OTHER
: of this .

% together £ _coal % tedays § t~days
22’1“ . - 334;995 5’6 17’522

%3.1 : 16.6’ 3.5 - - 67 .55 . al‘”
71,645 - IR 8,462
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